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(57) ABSTRACT

A method for adapting an upper headlight beam boundary of
a light cone of at least one headlight of a vehicle. The method
includes detecting a time curve of a pitch rate of the vehicle or
avalue that is dependent on the pitch rate and/or of a roll rate
of'the vehicle or a value that is dependent on the roll rate. The
method also includes ascertaining an envelope curve and/or
an amplitude of the time curve and/or an average value of the
time curve. The method also includes providing a control
signal for adapting the upper headlight beam boundary of the
headlight beam.
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1
METHOD AND CONTROL UNIT FOR
ADAPTING AN UPPER HEADLIGHT BEAM
BOUNDARY OF A LIGHT CONE

FIELD

The present invention relates to a method for adapting an
upper headlight beam boundary of a light cone of at least one
headlight of a vehicle, a control unit for adapting an upper
headlight beam boundary of a light cone of at least one head-
light of a vehicle, and a corresponding computer program
product.

BACKGROUND INFORMATION

Conventional headlight leveling control (HLC) of a head-
light of a vehicle allows vertical swiveling of at least one
beam-forming portion of the headlight or of a light source of
the headlight in order to adapt a light cone of the headlight to
a load situation of the vehicle. Automatic headlight leveling
control may recognize a suspension state and load state of the
vehicle via at least one chassis sensor. For example, the auto-
matic headlight leveling control may compensate for pitching
motions of the vehicle caused by acceleration forces such as
stopping or braking, so that the light cone maintains a preset
illumination range despite the pitching motion.

European Patent No. EP 2 119 592 A1 describes a control
unit for controlling the light distribution and the horizontal
light-dark cutoff of main headlights of a motor vehicle, hav-
ing a signal processing means for generating control signals
for the main headlights.

SUMMARY

The present invention provides an example method for
adapting an upper headlight beam boundary of a light cone of
at least one headlight of a vehicle, as well as an example
method for adapting an upper headlight beam boundary of a
light cone of at least one headlight of a vehicle, and lastly, an
example corresponding computer program product. Advan-
tageous embodiments result from the description below.

The highest possible upper headlight beam boundary for
headlights of a vehicle may be derived from a signal of an
inertial sensor system or an image of a surroundings detection
device, for example a camera. When another vehicle is
detected by the surroundings detection device, a relative
angle of the vehicle with respect to the other vehicle may be
determined from the image. This relative angle may be used
as the highest beam angle for the headlights.

The relative angle has large fluctuations due to the vehi-
cle’s own motions. In addition, the relative angle changes due
to a motion of the other vehicle relative to the vehicle.

The present invention is based on the finding that the
motion components of the motion of the host vehicle may be
separated via a method according to the approach presented
here. In this way, high-frequency, high-amplitude signal com-
ponents may exert a smaller influence on the headlight beam
boundary. This results in potential savings of computing
power compared to direct adaptation of the headlight beam to
a motion of the host vehicle, and potential savings of com-
puting time, so that trailing in the signal processing may be
reduced, which in turn allows a closer approximation of the
headlight beam boundary to a glare limit. In addition, the
roadway quality may also be ascertained by evaluating the
time curve of the pitch rate or a value that is dependent on the
pitch rate, such as the pitch acceleration or the pitch angle, or
by evaluating the time curve of the roll rate or a value that is
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dependent on the roll rate, so that the beam angle of the
headlights may thus be directly adapted and output even if no
other vehicle is visible, or if, once another vehicle has been
recognized, no time curve for a position of this vehicle is
subsequently present. Instead of the pitch rate or roll rate, the
object position in the image of a camera could also be evalu-
ated, since the camera is fixedly installed in the vehicle and
thus undergoes the same pitching or rolling motion as the
vehicle, which is reflected in the position of the object in the
image. Evaluating the pitch angle or roll angle, or the pitch
rate or roll rate, is advantageous since, even before the other
vehicle is encountered, a safety angle or safety value, for
example, may be appropriately computed, and a headlight
control system may reach a steady state more quickly. By
evaluating the variation in the pitch angle or roll angle (and
the pitch rate or roll rate) of the host vehicle, it is thus also
possible, for example, to estimate the roadway quality and the
changes in the pitch angle or roll angle which are thus
expected.

The headlight leveling control may advantageously
respond more quickly, and when the motion components are
mutually superimposed, the upper headlight beam boundary
does not rise above the glare limit in order to not endanger a
driver of the other vehicle.

The present invention provides an example method for
adapting an upper headlight beam boundary of a light cone of
at least one headlight of a vehicle, the method including:

detecting a time curve of a pitch rate of the vehicle or a
value that is dependent on the pitch rate, and/or of a roll
rate of the vehicle or a value that is dependent on the roll
rate;

ascertaining an envelope curve and/or an amplitude of the
time curve and/or an average value of the time curve; and

providing a control signal for adapting the upper headlight
beam boundary, using the envelope curve, in response to
achange in the lower envelope curve, and/or providing a
control signal for adapting the upper headlight beam
boundary using the amplitude, the upper headlight beam
boundary being adapted more steeply in the direction of
the roadway ahead of the vehicle the greater the ampli-
tude, and/or providing the control signal for adapting the
upper headlight beam boundary using the average value
of the curve, the upper headlight beam boundary being
adapted more steeply in the direction of the roadway
ahead of the vehicle the more negative the average value
of the curve.

Moreover, the present invention provides an example con-
trol unit for adapting an upper headlight beam boundary of a
light cone of at least one headlight of a vehicle, the control
unit having the following features:

a detection device for detecting a time curve of a pitch rate
of the vehicle or a value that is dependent on the pitch
rate, and/or of a roll rate of the vehicle or a value that is
dependent on the roll rate;

a device for ascertaining an envelope curve and/or an
amplitude of the time curve and/or an average value of
the time curve; and

a device for providing a control signal for adapting the
upper headlight beam boundary, using the envelope
curve, in response to a change in the envelope curve,
and/or for providing the control signal for adapting the
upper headlight beam boundary using the amplitude, the
upper headlight beam boundary being adapted more
steeply in the direction of the roadway ahead of the
vehicle the greater the amplitude, and/or for providing
the control signal for adapting the upper headlight beam
boundary using the average value of the curve, the upper
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headlight beam boundary being adapted more steeply in
the direction of the roadway ahead of the vehicle the
more negative the average value of the curve.

The object underlying the present invention may also be
quickly and efficiently achieved by this embodiment variant
of the present invention in the form of a control unit.

The pitch rate or the roll rate may be ascertained, for
example, using an inertial sensor system and/or by evaluating
an image of a camera which detects the surroundings of the
vehicle. In the envelope curve, the lower envelope curve or the
upper envelope curve may be ascertained.

According to one particular specific embodiment of the
present invention, in the step of detecting, the time curve may
be detected by evaluating a relative position of at least one
feature of another vehicle from an image of a detection range,
recorded by a surroundings detection device, in response to a
recognition of another vehicle in the detection range of a
surroundings detection device of the vehicle. Such a specific
embodiment of the present invention offers the advantage of
aparticularly simple implementation, since in recent vehicles
a camera is usually already present, and the evaluation is
possible using an evaluation algorithm having a particularly
simple design.

An upper headlight beam boundary may be understood to
mean a transition between a directed, concentrated light beam
of'aheadlight and a scattered light range of the headlight. The
headlight beam boundary may represent, for example, a pre-
defined threshold of a light intensity of the headlight.
“Another vehicle” may be a vehicle other than the host
vehicle. A surroundings detection device may be understood
to mean a radar device, a laser scanner, or a camera system,
for example. A detection range may be a space that is detect-
able by the surroundings detection device, or a detectable
viewing angle. The detection range may be aligned with a
vehicle longitudinal axis in the travel direction. A feature of
the other vehicle may be understood to mean a component of
the other vehicle which is recognizable in darkness, for
example one or multiple illumination device(s) or one or
multiple reflector(s). A relative position may represent a lat-
eral direction and a vertical direction of the feature in the
image. Likewise, the relative position may represent only a
vertical direction with respect to the feature (z coordinate or z
angle). An image of the surroundings detection device may be
a pixel image or an information grid from which at least the
vertical direction is ascertainable. For example, a sensor of
the surroundings detection device may have a predetermined
resolution per angular unit. A time curve may be a plot of the
relative position over a time period or at certain time intervals.
An envelope curve may be understood to mean an envelope
over successive (local) maxima (upper envelope curve) and/
or minima (lower envelope curve) of a signal. A positive
gradient of the envelope curve may be understood to mean
that the upper and/or lower envelope curve undergo(es) a
change to larger values. The signal values may have a ten-
dency to assume larger signal values. A positive gradient of
the envelope curve may also be understood to mean a decreas-
ing distance from the upper and the lower envelope curves.
The negative gradient similarly describes a change in the
opposite direction. A pitch angle may be understood to mean
an angle between a horizontal of the vehicle longitudinal axis
and a vertical of the vehicle on the roadway. A pitch value
which is dependent on the pitch angle may be understood to
mean, for example, a pitch rate, a pitch acceleration, or a
similar value which is based on the pitch angle or a change in
the pitch angle. An amplitude of the time curve may be
understood to mean a difference between different individual
values of the time curve.
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In the present context, a control unit may be understood to
mean an electrical device which processes sensor signals and
outputs control signals as a function thereof. The control unit
may have an interface which may have a hardware and/or
software design. In a hardware design, the interfaces may be
part of a so-called system ASIC, for example, which contains
various functions of the control unit. However, it is also
possible for the interfaces to be a dedicated, integrated circuit,
orto be at least partially composed of discrete components. In
a software design, the interfaces may be software modules
which are present on a microcontroller, for example, in addi-
tion to other software modules.

In the providing step, the control signal for the upper head-
light beam boundary may be provided in such a way that a
safety value is taken into account when setting the upper
headlight beam boundary, the safety value representing in
particular a vertical safety angle by which the upper headlight
beam boundary is lowered to a maximum upper headlight
beam boundary, the maximum upper headlight beam bound-
ary representing a headlight beam boundary in which no
blinding of a driver of the other vehicle occurs. A safety value
may be understood to mean a distance or an angle by which
the headlight beam boundary may be set lower (i.e., in the
direction of the roadway ahead of the vehicle) than the view-
ing angle of the object or the glare limit in order to not blind
the driver of the other vehicle. The safety value may be
understood to mean a value by which the headlight beam
boundary is lowered to a greater degree than the viewing
angle of the object.

In addition, the safety value may be variable, in particular
it being possible for the safety value to be smaller when the
envelope curve has a positive gradient and/or the amplitude
decreases, and alternatively or additionally when an average
value of the curve has a positive value. The average value of
the curve has a positive value when the vehicle pitches, or
tends to pitch, downwardly. The safety value may become
larger when the envelope curve has a negative gradient and/or
the amplitude increases, and alternatively or additionally,
when an average value of the curve has a negative value. The
average value of the curve has a negative value when the
vehicle pitches, or tends to pitch, upwardly. The safety value
may also become smaller when a distance between the
vehicle and the other vehicle becomes greater. The safety
value may become larger when a distance between the vehicle
and the other vehicle becomes smaller. A sufficiently large
safety value for future maxima or oscillations may be main-
tained with a high level of probability due to aresponse to past
maxima and oscillations of the time curve of the relative angle
and/or pitch angle and/or pitch value.

It is also advantageous when, according to one specific
embodiment of the present invention, the safety value is deter-
mined in the step of providing as a function of a recognized
vehicle type and/or a recognized travel direction of the other
vehicle. Such a specific embodiment of the present invention
offers the advantage of particularly good adaptability of the
safety value to an instantaneously present scenario of the
surroundings of the vehicle, so that the safety of all road users
may be achieved by optimal illumination of the roadway
ahead of the host vehicle without blinding the other road
users.

In addition, it is advantageous when, according to one
specific embodiment of the present invention, the safety value
is determined in the step of providing as a function of an
ascertained degree of roadway unevennesses. Such a specific
embodiment of the present invention offers the advantage
that, based on the data of a camera and additionally or alter-
natively a pitch sensor system via which pitch angles or pitch
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values, for example, may be measured, a conclusion may be
drawn concerning the roadway quality, even without other
recognized vehicles, so that the safety value may be optimally
set, thus greatly reducing the risk of blinding of; for example,
road users suddenly appearing from behind a curve or a
hilltop.

The control signal may be provided in a time-delayed
manner when the envelope curve has a positive gradient. The
control signal may also be provided in an undelayed manner
when the envelope curve has a negative gradient. Alterna-
tively or additionally, the upper headlight beam boundary
may be raised in a time-delayed manner when the amplitude
decreases. When the amplitude increases, the upper headlight
beam boundary may be lowered in an undelayed manner. As
the result of a time delay in raising the upper headlight beam
boundary, a large portion of the computing power may be
saved, since continuous computation is not necessary during
the delay. In particular, as the result of a time delay, electro-
mechanical components may also be subjected to less load,
since fewer changes in the light distribution which have to be
carried out by these components occur in the headlight con-
trol system. Due to a direct response to the change in the
headlight beam boundary when the upper headlight beam
boundary drops, a rapid response may be made to uneven-
nesses on the ground, and blinding of other road users may be
avoided.

In the detecting step, at least one additional time curve of a
relative position of at least one feature of the additional other
vehicle with respect to the vehicle may be detected in
response to a recognition of at least one additional other
vehicle in the detection range, and the upper headlight beam
boundary may be adapted to that other vehicle which has the
lower relative position of the feature of one of the other
vehicles in the image. That other vehicle which has the feature
with the lower relative position usually has the higher risk of
blinding. A risk of blinding may be understood to mean a
degree or a likelihood that a driver of the other vehicle is
blinded by direct light of the headlight of the (host) vehicle
when an unforeseen sudden increase in the relative angle
occurs, for example due to driving over a pothole, and directs
the light cone of the headlights directly onto the other vehicle.
Operational safety may be increased by comparing multiple
other vehicles, since the other vehicle with the highest risk
(for blinding) at that moment is used as a reference for the
maximum allowable upper headlight beam boundary.

The risk of blinding may also be recognized by taking into
account a differential speed difference between the other
vehicle and the at least one additional other vehicle. It may
thus be taken into account that there is a higher probability
that an oncoming other vehicle will enter the blinding range,
than, for example, a passing or preceding vehicle.

Also advantageous is a computer program product having
program code which may be stored on a machine-readable
carrier such as a semiconductor memory, a hard drive, or an
optical memory, and used for carrying out the method accord-
ing to one of the above-described specific embodiments when
the program is executed on a computer or a device.

BRIEF DESCRIPTION OF THE DRAWINGS

The present invention is explained in greater detail below
as an example, with reference to the figures.

FIG. 1 shows an illustration of a vehicle having a control
unit according to one exemplary embodiment of the present
invention.

FIG. 2 shows a flow chart of a method according to one
exemplary embodiment of the present invention.
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FIG. 3a and FIG. 3b show illustrations of a vehicle from
FIG. 1 together with a preceding other vehicle.

FIG. 4 shows an illustration of a height difference between
an outside mirror and a taillight of another vehicle.

FIG. 5a,FIG. 56 and FIG. 5¢ show illustrations of a vehicle
together with other vehicles in different relative positions.

FIG. 6 shows an illustration of a vehicle on uneven ground.

FIG. 7 shows a time recording of an image of taillights of
a vehicle, and a time recording of a control unit according to
one exemplary embodiment of the present invention.

FIG. 8 shows illustrations of various driving situations of a
vehicle with light.

FIG. 9a and FIG. 96 show illustrations of a controlled
headlight beam boundary according to one exemplary
embodiment of the present invention.

FIG. 104 and FIG. 105 show illustrations of a controlled
vertical and horizontal headlight beam boundary according to
one exemplary embodiment of the present invention.

DETAILED DESCRIPTION OF EXAMPLE
EMBODIMENTS

In the following description of preferred exemplary
embodiments of the present invention, identical or similar
reference numerals are used for the elements having a similar
action which are illustrated in the various figures, and a
repeated description of these elements is dispensed with.

FIG. 1 shows an illustration of a vehicle 100 having a
controlunit 102 for adapting an upper headlight beam bound-
ary of a light cone of at least one headlight 104 of vehicle 100
according to one exemplary embodiment of the present inven-
tion. Vehicle 100 has a surroundings detection device 106 and
the at least one headlight 104. Surroundings detection device
106 is designed to provide information or an image concern-
ing a detection range of surroundings detection device 106 for
control unit 102. Control unit 102 is designed to provide a
control signal for the at least one headlight 104 in response to
the information. Control unit 102 has a detection device 108,
a device for ascertaining 110, and a device for providing 112.
Detection device 108 may be designed to detect a pitch angle
and/or a pitch rate, and/or its/their variation over time.

Detection device 108 is designed to detect, in response to a
recognition of another vehicle in the detection range of sur-
roundings detection device 106, a time curve of a relative
position of at least one feature ofthe other vehicle based on an
image of the detection range which is recorded by the detec-
tion device. Device for ascertaining 110 is designed to ascer-
tain a lower envelope curve of the time curve. A lower enve-
lope curve may be understood to mean a connecting line of
successive local minima of the time curve. Alternatively or
additionally, device for ascertaining 110 is designed to ascer-
tain an amplitude of the time curve. Device for providing 112
is designed to provide the control signal for adapting the
upper headlight beam boundary, using the lower envelope
curve, in response to a change in the lower envelope curve.
Alternatively or additionally, device for providing 112 is
designed to provide the control signal for adapting the upper
headlight beam boundary using the amplitude, whereby the
upper headlight beam boundary is provided more steeply in
the direction of the roadway ahead of the vehicle the greater
the amplitude, and/or the upper headlight beam boundary
may be provided more steeply in the direction of the roadway
ahead of'the vehicle the greater the pitch angle in the opposite
direction of the roadway.

FIG. 2 shows a flow chart of an example method 200 for
adapting an upper headlight beam boundary of a light cone of
at least one headlight of a vehicle according to one exemplary
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embodiment of the present invention. Method 200 may be
carried out on a control unit according to FIG. 1. Method 200
has a step of detecting 202, a step of ascertaining 204, and a
step of providing 206. A time curve of a pitch rate of the
vehicle or a value that is dependent on the pitch rate, and/or of
aroll rate of the vehicle or a value that is dependent on the roll
rate, is detected in step of detecting 202. An envelope curve of
the time curve is ascertained in step of ascertaining 204.
Alternatively or additionally, an amplitude of the time curve
and/or an average value of the time curve is/are ascertained in
step of ascertaining 204. A control signal for adapting the
upper headlight beam boundary using the envelope curve is
provided in step of providing 206 in response to a change in
the envelope curve. Alternatively or additionally, the control
signal for adapting the upper headlight beam boundary using
the amplitude is provided in the step of providing, the upper
headlight beam boundary being provided more steeply in the
direction of the roadway ahead of the vehicle the greater the
amplitude, and/or in the step of providing the control signal
for adapting the upper headlight beam boundary, using the
average value of the curve, the upper headlight beam bound-
ary being adapted more steeply in the direction of the road-
way ahead of the vehicle the more negative the average value
of the curve.

FIGS. 34 and 35 each show an illustration of a vehicle 100
having a control unit 102 according to one exemplary
embodiment of the present invention, and a preceding other
vehicle 300. Vehicle 100 has at least one controllable head-
light 104 which is connected to control unit 102, and a sur-
roundings detection device 106 which likewise is connected
to control unit 102. In the present case, surroundings detec-
tion device 106 is a camera which is fixedly connected to
vehicle 100. Camera 106 is oriented along a vehicle longitu-
dinal axis, and has a detection range which includes the
surroundings of vehicle 100 in the travel direction ahead of
vehicle 100. Other vehicle 300 is situated within the detection
range. Other vehicle 300 has a feature 302 which is recogniz-
able in darkness. Inthe present case, feature 302 is at least one
taillight of other vehicle 300. Camera 106 detects feature 302.
Feature 302 is imaged on at least one pixel on a sensor of
camera 106. A coordinate of the at least one pixel on the
sensor represents an angle of incidence of a line of sight 304
in camera 106 between camera 106 and the at least one
taillight 302. A pixel image of camera 106 is evaluated in
control unit 102. A time curve of the coordinate of the at least
one pixel is plotted. Since the coordinate of the pixel repre-
sents a relative position of other vehicle 300 with respect to
vehicle 100, the time curve of the coordinate represents a time
curve of the relative position of other vehicle 300. Camera
106 has a distance Ah from the at least one headlight 104.

In FIG. 3a, a headlight beam boundary 306 of a light cone
of'headlight 104 has an angle of reflection which is identical
to the angle of incidence of line of sight 304. Headlight beam
boundary 306 at other vehicle 300 likewise has distance Ah
from line of sight 304. A driver of other vehicle 300 is not
blinded.

Distance Ah between camera 106 and headlights 104 is an
(implicitly) provided safety distance with regard to height.
When viewing angle o measured by camera 106 is directly
taken over as the setting angle of headlights 104, difference
Ah in the installation height is maintained. Vehicle dynamics
of vehicle 100 may result in blinding which is visible as
“flashing,” for example. Headlights 104 may be quickly
adapted via dynamic headlight leveling control. When the
level of computational effort is excessively high, the adapta-
tion may occur “too late,” since the operation is not carried out
in an anticipatory manner, or the headlights are too slow and

5

10

15

20

25

30

35

40

45

50

55

60

65

8

have a long response time. Measurement of bumps on the
ground is therefore advantageous. In many situations the
visual range may be lost via an additional fixed offset for
obtaining compensation for the vehicle dynamics. The closer
a vehicle 300, the greater the influence of the safety distance
due to the installation height. The farther away a vehicle 300,
the greater the influence of safety angle a as the safety value.

In FIG. 35, in addition to the angle of incidence of line of
sight 304, headlight beam boundary 306 has a safety angle o
as an angle of reflection as the safety value. Due to safety
angle ., distance Ah between line of sight 304 and headlight
beam boundary 306 increases until the light cone reaches
other vehicle 300. Now, with an even greater degree of cer-
tainty the driver of other vehicle 300 is not blinded.

FIG. 4 shows an illustration of another vehicle 300 in
which a taillight 302, as a feature which is visible in darkness,
is situated above outside mirrors 400 of other vehicle 300.
When an adaptation of the illumination range of a vehicle
traveling behind sets a headlight beam boundary of the head-
lights to the height of taillights 302, a light cone of the head-
lights may directly strike outside mirrors 400. Outside mir-
rors 400 may directly reflect the light cone into a facial area of
a driver of other vehicle 300, thus possibly intensely blinding
the driver. It is therefore advantageous for the headlight beam
boundary to reliably extend below rearview mirror 400.

FIGS. 5a, 55, and 5¢ show an illustration of a vehicle 100
together with a preceding other vehicle 300. A position of
taillights 302 as well as a position of outside mirrors 400 is
marked on vehicle 100. The position of side mirrors 400
relative to taillights 302 changes, depending on the vehicle
orientation. A fixed safety value such as a safety angle, for
example (having an implied safety height) may largely solve
the blinding problem.

FIG. 5a illustrates other vehicle 300 in different relative
positions with respect to vehicle 100. Vehicle 300q is situated
onaflat roadway segment ahead of vehicle 100. Taillights 302
and outside mirrors 400 are situated approximately in a line of
sight with respect to vehicle 100. Vehicle 3005 is situated on
a slightly ascending roadway segment ahead of vehicle 100.
Viewed from vehicle 100, taillights 302 are now situated
lower than outside mirrors 400. It is therefore now possible to
raise a headlight beam boundary of headlights of vehicle 100
without directly illuminating outside mirrors 400 of vehicle
3005. A visual range of a driver of vehicle 100 may thus be
improved without blinding a driver of other vehicle 3005.
Vehicle 300c is situated on a steeply ascending roadway
segment ahead of vehicle 100. Due to the steeply ascending
roadway segment, taillights 302, viewed from vehicle 100,
are situated considerably below outside mirrors 400. A risk of
blinding the driver of other vehicle 300¢ is therefore even less.
Vehicle 3004 is situated on a steeply descending roadway
segment ahead of vehicle 100. Taillights 302 are now situated
above outside mirrors 400. The headlight beam boundary of
the headlights of vehicle 100 is therefore decreased by a
safety distance as soon as it is recognized that other vehicle
3004 is traveling on a descending roadway segment. The
height of outside mirrors 400 above taillights 302 is a function
of a roadway inclination or orientation of other vehicle 300.
FIG. 5a shows the difference between side mirrors 400 and
taillights 302 as a function of the vehicle orientation.

FIG. 5a shows host vehicle 100 traveling on a flat roadway
segment, and shows a preceding vehicle 300 (other vehicle)
which s traveling up a hill. This configuration results not only
when other vehicle 300 is traveling up the hill, but also when
host vehicle 100 is traveling down the hill. The position of the
vehicles relative to one another plays the primary role. FIGS.
5b and 5c¢ are used for clarification. In FIG. 54, host vehicle
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100 is traveling on a flat roadway segment, and other vehicle
300 is traveling uphill. In FIG. 5¢, host vehicle 100 is travel-
ing downhill, and other vehicle 300 is traveling on a flat
roadway segment. The scenario is the same for the control
system of headlights 104, since everything relates to the cam-
era coordinate system or vehicle coordinate system. Only the
relative position of the vehicles and their orientation with
respect to one another play a role.

FIG. 554 illustrates vehicle 100 on a flat roadway segment,
and other vehicle 300¢ on a steeply ascending roadway seg-
ment. A headlight beam boundary 306 of headlights 104 of
vehicle 100 is directed directly onto taillights 302 of other
vehicle 300c. No safety distance to outside mirrors 400 is
necessary, since other vehicle 300c¢, viewed from vehicle 100,
is situated obliquely, and outside mirrors 400 are situated
above headlight beam boundary 306. An exit angle o of
headlights 104 is depicted between headlight beam boundary
306 and a vehicle longitudinal axis 500.

FIG. 5¢ corresponds to FIG. 5b. In this case, however,
vehicle 100 is illustrated on a steeply descending surface,
while other vehicle 300e is traveling on a flat roadway seg-
ment ahead of vehicle 100. Since vehicle longitudinal axis
500 is fixed to vehicle 100, exit angle c. is a relative angle, and
therefore it is irrelevant whether other vehicle 300c¢ is situated
above vehicle 100, or whether vehicle 100 is situated above
other vehicle 300e.

FIG. 6 shows a vehicle 100 with headlights 104 on uneven
ground. A headlight beam boundary 306 is fixed to the vehicle
as long as no control takes place. Exactly the same as head-
light beam boundary 306, a camera (not illustrated here) of
vehicle 100 which is fixed to the vehicle undergoes a pitching
motion corresponding to the bumps on the ground over which
vehicle 100 is traveling. Control may be carried out with the
aid of a safety angle as the safety value for AHC, using
distance and roadway quality.

FIG. 7 shows a time curve of a relative position 700 of a
feature of a preceding other vehicle with respect to a vehicle,
as detected in the detection device of a control unit according
to one exemplary embodiment of the present invention. In
addition, FIG. 7 shows a time curve of a control signal 702 at
the output of the control unit. Control signal 702 controls a
headlight beam boundary of at least one headlight of the
vehicle. Taillights 302 move in relative terms. Starting from a
neutral position, relative position 700 rises with a moderate
slope until reaching a first maximum. Control signal 702
follows relative position 700 in a time-delayed manner. After
the first maximum, relative position 700 steeply drops to a
first minimum with a large amplitude. The first minimum is
illustrated by a vertical dashed line. Control signal 702 fol-
lows relative position 700 in an undelayed manner until
reaching the first minimum. After the first minimum, relative
position 700 oscillates below the neutral position with an
average amplitude. Control signal 702 does not also oscillate,
and the lowest value is maintained. After the oscillations,
relative position 700 steeply rises until reaching a second
maximum, and once again subsequently drops steeply and
reaches a second minimum. The second maximum and the
second minimum are separated by a large amplitude. The
second maximum is once again denoted by a vertical dashed
line. Control signal 702 once again follows in a time-delayed
manner with slight trailing, but reaches only a low high point,
and immediately after the second maximum once again drops
to the low level. Subsequent to the second minimum, the
relative position once again rises steeply and oscillates above
the neutral position with an average amplitude, subsequently
drops steeply, and reaches a third minimum. Control signal
702 remains at the low level. Due to the preceding oscilla-
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tions, a new rise is highly time-delayed. Just before relative
position 700 drops to the third minimum, control signal 702
thus rises to a second high point having a very low height.
Subsequent to the third minimum, the relative position oscil-
lates about the neutral position with a large amplitude. A
maximum of the oscillation is once again denoted by a verti-
cal dashed line. Since control signal 702 is now highly time-
delayed, the control signal remains at the low level. The
headlights are not correspondingly adjusted, since overall
high dynamics have been identified. After the fourth mini-
mum, the relative position once again oscillates above the
neutral position, but has a small amplitude. Control signal 702
once again follows relative position 700 in a time-delayed
manner until just below the neutral position, with delayed
trailing. Only after relative position 700 has no further oscil-
lations does control signal 702 once again reach the neutral
position.

FIG. 8 shows a vehicle 100 in various driving situations. In
the first driving situation, vehicle 100aq is traveling on a flat
roadway with the high beam activated. No other vehicle is
present ahead of vehicle 100qa. In the second driving situation,
vehicle 1005 is traveling on a flat roadway at a great distance
behind another vehicle 3005. Other vehicle 3005 is detected
by a surroundings detection device of vehicle 100, and
according to one exemplary embodiment of the present inven-
tion a control unit in vehicle 100 has a headlight beam bound-
ary which is lower by a safety distance than a visual axis with
respect to a feature of preceding other vehicle 30054. In the
third driving situation, other vehicle 300c¢ is traveling at a
smaller distance ahead of vehicle 100c¢. The upper headlight
beam boundary of the light cone of vehicle 100c¢ is lowered
further with respect to the roadway than in the second driving
situation. In the fourth driving situation, vehicle 1004 is trav-
eling on a slight downward slope, and other vehicle 3004 is
traveling on a slight upward slope. Other vehicle 3004,
viewed in relative terms, is thus situated above vehicle 1004,
and therefore the control unit raises the upper headlight beam
boundary until the headlight beam boundary is once again
lower, only by the safety distance, than the line of sight with
respect to the feature of other vehicle 3004. In the fifth driving
situation, vehicle 100e is situated above other vehicle 300e.
Other vehicle 300e is approaching vehicle 100e head-on. The
headlight beam boundary is lowered far enough that a driver
of other vehicle 300e is not blinded.

The high beam is seldom used at night, since, among other
factors, other road users are in the traffic area. For speeds
greater than 80 km/h, low beam light has an insufficient
illumination range. Adaptive high beam control (AHBC) has
been developed for this reason. AHBC dynamically adapts
the range of the headlight, so that a maximum range of the
headlight is set without blinding other vehicles. The range
may be set by setting different beam angles, as illustrated in
FIG. 8. The beam angle may be raised in multiple steps, or
may be adapted when a vehicle is no longer situated in the
traffic area. A high range may thus be attained more quickly
while still minimizing potential blinding of newly appearing
vehicles.

The parameters vehicle type, vehicle distance, installation
height of the camera, and the position in the image, i.e., the
inclination of the roadways or the general orientation of the
other vehicle, are utilized to have a vertical safety distance
with regard to height at the (estimated) height of the driver.
The reason is that the side mirrors, via which the driver may
be blinded, are situated at the height of the driver. In addition,
a braking operation by the other vehicle, which causes pitch-
ing of the other vehicle, may be recognized via an activated
third brake light, for example. The height difference between
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the taillights and the mirrors changes during pitching. Rear-
view mirrors are normally situated above the side mirrors, and
therefore are less critical. The rearview mirrors may be
dimmed.

When certain areas of the other vehicle are illuminated, this
results in blinding of the driver of the other vehicle. These
areas include the side mirrors, the rearview mirror, and the
area of the driver’s head. Since the position of the rearview
mirror is normally situated above the side mirrors, and in
addition the rearview mirror may be dimmed, in particular the
side mirrors and the driver’s head may be identified as areas
at particular risk for blinding. The side mirrors in particular
are relevant in a preceding vehicle, since indirect blinding of
the driver may occur via the mirrors. For an oncoming
vehicle, in particular the driver’s head is relevant for blinding.
In addition to the driver’s head (directly, and indirectly via
mirrors), the aim is also to avoid blinding of passengers.

The camera recognizes other vehicles based on their illu-
mination devices such as headlights, taillights, brake lights,
back-up lights, and turn signals. The area particularly at risk
for blinding, such as the head of the other road user, normally
does not (directly or indirectly) coincide with the illumination
device, resulting in differences between the recognized object
and the area at risk of blinding. By use of the present inven-
tion, the control of the headlights is optimized in such a way
that the visual range for the driver may be increased by
estimating the difference, without impermissibly blinding the
other road user.

Oncoming and preceding traffic may be distinguished by
the camera, for example via the color of the lights, but also the
direction of motion. The vehicle type “truck” may be identi-
fied via the position lights. Two-wheelers, for example, may
be identified via the number of illumination devices. Addi-
tionally or alternatively, the vehicle type may be classified, for
example, via model recognition of the overall vehicle. Via a
communication device it is likewise possible to transmit
information between the vehicles directly (“car-to-car”) or
indirectly (“car-to-infrastructure™), from which the required
safety height may be ascertained as the safety value.

Thus, in addition to the vehicle type, geometric data of the
vehicle such as the height and/or installation positions of
vehicle parts (mirrors, driver’s seat, for example) may be
transmitted, and additionally or alternatively the vehicle
make and/or model, from which the required safety height
may be ascertained.

If anunambiguous classification of the vehicle type cannot
be made, the safety value may be selected as a function of the
likelihood of belonging to the individual classes. Alterna-
tively, a standard value for the safety height may be assumed
as the safety value in order to not blind the other road user.
This is the case in particular when the other vehicle is far
away, which makes a classification more difficult.

Preceding two-wheelers may be differentiated into two-
wheelers having side mirrors or rearview mirrors, and two-
wheelers without rearwardly facing mirrors. Bicycles in par-
ticular normally do not have rearwardly facing mirrors. Due
to their low speed and usually limited visibility, cyclists are at
particular risk in roadway traffic. By increasing the beam
angle or a negative safety distance, a particularly large portion
of'the cyclist may be illuminated without blinding the cyclist.
Inthis way the driver may identify the cyclist particularly well
and correctly, for example based on the movement of the legs.
The rider’s head, which is the area at risk for blinding, like-
wise should not be illuminated in the case of preceding two-
wheelers due to the risk of blinding when the rider looks back.
For two-wheelers having rearwardly facing mirrors, these in
addition to the rider’s head are areas at risk for blinding.
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Headlights are always situated below the driver’s eyes.
This results in a difference between a recognized road user
and the driver’s head, which is the area at risk for blinding.
Therefore, in principle, a negative safety distance (height)
may be selected for the headlights. By selecting a negative
safety distance (height), the visual range for the driver of the
vehicle may be increased without causing blinding of the
other driver.

When the vehicle type is estimated (based on position
lights of trucks, for example), the safety height may be com-
puted even more accurately (in the normal case, truck drivers
sit considerably above the taillights and headlights).

Trucks frequently have position lights in order to be rec-
ognized early, even at hilltops. A vehicle may be classified as
a truck based on the illuminating position lights, which may
berecognized by the camera. The safety height is correspond-
ingly decreased, or the light-dark cutoff'is raised, as the result
of which the visual range for the driver is even further
increased, but the driver of the classified vehicle type is not
blinded.

For a crossing vehicle which is illuminated from the side,
the light-dark cutoff should be raised only enough so that
neither indirect blinding by the mirrors nor direct blinding of
the driver and of passengers occurs.

In the present invention, a vehicle type may be understood
to mean the travel direction (for example, preceding, oncom-
ing, crossing) as well as the vehicle class (for example, pas-
senger vehicle, truck, two-wheeler), the model type (for
example, compact car, sport utility vehicle), or model series
(for example, vehicles of a model type of a manufacturer
which frequently have similar geometric properties), and/or
specific vehicle models.

In addition to the safety height as the safety value, which
may be ascertained from the object parameters, additionally
or alternatively a safety height may be ascertained as a func-
tion of the installation position of the camera, the headlights,
and the object position. Due to the usually offset installation
of the camera and the headlights, this may result in a loss of
visual range for the driver, or blinding of the other road user,
as a function of the object position. When the object is situ-
ated below the camera, for example below the camera-head-
light line, blinding may occur due to the different installation
position. However, if the object is situated above, this may
result in a loss of visual range for the driver. The installation
positions of the camera and the headlights are known during
manufacture. There are also approaches in which the camera
calibrates itself after a certain distance and may estimate the
installation position. Thus, the headlight control system may
advantageously be adapted to the geometric conditions.

The safety height as the safety value for avoiding blinding
of'the other road user is ascertained relative to the position of
the recognized object. A safety value such as a safety angle is
ascertained from the safety height as a function of the object
distance. The beam angle of the at least one headlight may be
ascertained with the aid of the safety angle and the direction
of the recognized object and/or the position in the image.

In addition to the height difference, the lateral difference
between the light fixtures (taillight, headlight) and the area at
risk for blinding (the driver’s eyes, directly or indirectly via
reflective surfaces) likewise has an influence. In this case, as
a result of the geometric conditions, in particular the relative
position of the other vehicle with respect to the headlights to
be controlled plays a role.

The geometric properties of the other vehicle change,
depending on its relative position. For example, when travel-
ing uphill, the taillights of a preceding vehicle are lower,
compared to the side mirrors which are at risk for blinding,
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than when traveling on a flat roadway or traveling downbhill.
The safety value, in particular the safety height or the safety
angle, may thus advantageously be adapted to the topography
and the relative position of the other vehicle, so that an
increased visual range is possible without blinding the other
driver.

As an alternative to the “safety height” (safety distance
with regard to height), a distance of the light-dark cutoff from
the other vehicle may be computed. The safety distance may
be selected in a different way, depending on the type of light
fixture (headlights/taillights). The farther away a vehicle is,
the less light reaches it. “Blinding” of a vehicle far away may
hardly be a factor (for example, a vehicle approaching head-
on many hundreds of meters away travels with the high beam
activated, and therefore blinding is barely perceivable). The
farther away a vehicle is, the more risk-tolerant the control
may be (i.e., higher beam angle of the headlight, smaller
safety value for the control).

The orientation of the safety angle has been driven, among
other things, by the compensation for roadway unevennesses.
Originally, a fixed safety angle was used as the safety value as
a compromise between the visual range for the driver and
avoiding blinding of other road users. If the roadway quality
may now be measured, the safety angle may be optimized
thereto. The roadway quality may be independently measured
by the vehicle. For example, the pitch angle of the vehicle
may be evaluated. If the pedal positions and/or acceleration/
braking operations of the vehicle are also taken into account,
the pitching motion of the vehicle caused by the roadway
unevenness may be estimated. In addition, use may be made
of'patterns and nonuniform pavement color on the roadway in
order to view portions which have been patched and which
usually do not have a smooth transition, which may result in
pitching.

If bumps on the ground are directly recognized, these may
likewise be included in the safety value, for example the
safety angle. Even if the bumps on the ground have been
deliberately installed (for slowing down traffic in low-speed
areas), the roadway quality for the driver and the overall
system decreases, since driving under uniform conditions is
not possible.

The roadway quality may likewise be deduced by detecting
“flashing” from headlights of other vehicles. A safety dis-
tance with regard to height is already implicitly incorporated
due to the distance between the camera and the headlights.
This distance may be included in the computation of the
dynamic safety value, for example the safety angle. The dis-
tance may vary, depending on the vehicle and the installation
position: if the camera is mounted in the driver’s cab and the
truck brakes, the driver’s cab pitches more intensely than the
headlight. The distance between the camera and the headlight
changes due to the pitching, as the result of which the implic-
itly provided safety distance with regard to the height or the
safety angle, i.e., the safety value, is changed.

The roll angle may be important for CHC (glare-free high
beam): when the lateral shadow borders are provided just
short of the “de-illuminated” vehicle, and the host vehicle
rolls, this may result in blinding. The roll angle may be
detected in the detection device. The roll angle for the safety
distance computation may also be used for AHC (sliding
headlight leveling control), since as a result, the normally
horizontal light-dark cutoff extends at an angle. In addition,
when the light distributions do not extend precisely straight
ahead, the headlight light distribution may be utilized to more
accurately compute the safety distance at the particular point.

The motion/dynamics of the other vehicle likewise has/
have an influence on the safety angle. When the vehicle is
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approaching head-on, a greater safety distance may be
selected, depending on the speed; a different distance/angle
may be selected, depending on the travel direction (via the
color of the lights, for example), the image position, and the
image movement.

For large distances the speed may be estimated with diffi-
culty; therefore, the speed of the host vehicle may be used as
an approximation. The dynamics of the other vehicle may
also be detected via the movement in the image. If the vehicle
does not move in a single (vertical) direction, the safety value,
for example the safety angle, may be adapted to the rate of
change. If it is possible to estimate the magnitude of the
fluctuations, the safety distance may be adapted thereto.

Instead of a camera, in general an anticipatory sensor may
be used. A combination of sensors is also possible. For
example, the distance between the vehicles could be mea-
sured by a radar system. The roadway quality, and addition-
ally or alternatively the safety value that is actually required,
could be taken from a navigation map in which these param-
eters have been previously stored (either by the manufacturer
oras a “learning map” by the vehicle system itself). Likewise,
a sensor having spatial resolution, such as a stereo camera
system, may be used.

FIG. 9a shows a camera image of a surroundings detection
device of a vehicle. The camera image shows another vehicle
300, having taillights 302, on a roadway with a slight right
hand turn. Using a method for adapting an upper headlight
beam boundary 306 of a light cone of at least one headlight of
the vehicle according to one exemplary embodiment of the
present invention, a relative position of taillights 302 is
recorded, and headlight beam boundary 306 is lowered far
enough so that a driver of other vehicle 300 is not blinded.

FIG. 96 shows multiple top views of multiple images of
light cones on a roadway for different distances of another
vehicle 300 from the vehicle. No other vehicle 300 is depicted
in the first top view, and the light cone is symmetrical. Other
vehicle 300 is depicted at a large distance from the vehicle in
the second top view. The light cone is slightly deformed ahead
of other vehicle 300, and a headlight beam boundary 306 is
situated ahead of other vehicle 300. In the third top view, other
vehicle 300 is illustrated closer than in the second top view,
and headlight beam boundary 306 is lowered further. In the
fourth and fifth top views, other vehicle 300 continues to
approach, and headlight beam boundary 306 is lowered fur-
ther until a minimum distance for headlight beam boundary
306 is reached in the fifth illustration. In the sixth illustration,
other vehicle 300 is illustrated even closer to the vehicle, but
the light cone is not yet further deformed. A possibility of
blinding a driver of other vehicle 300 is now accepted in order
to keep a visual range of a driver of the vehicle to a minimum,
as is the case for low beam light, for example.

Instead of controlling the headlight only in the illumination
range (for example, AHC and adaptive low beam control
(ALBC) (dynamic headlight leveling control), even more
light may be brought into the traffic area via a glare-free high
beam without additional blinding. Thus, the high beam
should be activated while driving, and areas in which other
road users are present should be “de-illuminated.” An imple-
mentation option of the glare-free high beam as continuous
headlight control (CHC) is illustrated in FIG. 10. CHC is
sometimes also referred to as a “vertical cut-off-line”
(vCOL).

FIG. 10aq, the same as FIG. 9a, shows a camera image of a
surroundings detection device of a vehicle. In contrast to FIG.
9a, other vehicle 300 is approaching the vehicle head-on.
Headlights 1000 are imaged as features which are recogniz-
able in darkness. In addition, vertical headlight beam bound-
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aries 1002 to the left and right of other vehicle 300 are illus-
trated. In this way, the roadway to the left and right of other
vehicle 300 may be better illuminated.

FIG. 105 shows a top view of multiple driving situations of
vehicle 100 in which the horizontal and the vertical headlight
beam boundaries are adapted to another vehicle 300. For this
purpose, the headlights may be swiveled horizontally and
vertically independently of one another. Each of the head-
lights emits a light cone which is directed past the left or right
of other vehicle 300 until a minimum distance of the horizon-
tal headlight beam boundary is reached. The horizontal head-
light beam boundary then remains in order to ensure a mini-
mum illumination of the roadway, and other vehicle 300
enters into the light cone of the headlights, and the light cone
then corresponds to that of a normal low beam light.

When AHC and CHC are comparatively illustrated from
the driver/camera perspective, for the boundary which delim-
its the blinding range from below, this results in the same or at
least a very similar approach for an optimized setting of the
vertical emission characteristic of headlights. Accordingly,
the boundary which delimits the blinding range from below
may likewise be understood to mean the upper headlight
beam boundary.

The vehicle detection in darkness (VDD) detection algo-
rithm presented here recognizes other vehicles at night based
on the illumination (headlights/taillights). The distance is
estimated via the distance from the left and right headlights in
the image, since the distance is similar for all vehicles.

Technically, it is possible to control the headlights in an
infinitely variable manner, so to speak. Due to the infinitely
variable control of the headlights, the illumination may be
brought closer to the other vehicle. Likewise, operations may
be carried out using a fixed angular offset. The offset may be
selected in such a way that blinding of other road users is
preferably avoided during pitching motions. The offset may
also take into account different installation heights of the
rearview/side mirrors of various vehicles. The mirrors are
sometimes situated below the taillights. Thus, depending on
the distance from the other road users, good illumination is
thus achieved, but a loss of visual range may still be reduced.

When multiple road users are included, various computa-
tions may be carried out which have corresponding advan-
tages and disadvantages with regard to computing accuracy
and computing speed.

The object which is situated lowest is the most at risk from
pitching motions. Due to geometry, this is also usually the
object situated closest to the host vehicle (as a function of the
installation height of the headlights). The rapid computation
of'the exact safety value (the safety angle, for example) due to
rapid preselection of a vehicle is advantageous.

A degree of criticality concerning the likelihood and the
effects of the blinding of the other vehicle may be computed
for each vehicle in the image. For this purpose, in addition to
the distance and the object position in the image, the travel
direction (movement in the image, color of the lights) and the
vehicle type may also be important. Oncoming vehicles are at
higher risk than preceding vehicles, since oncoming vehicles
move more quickly ahead of the vehicle due to the greater
differential speed. A change in the (visual) angle therefore
takes place more quickly. Two-wheelers have higher dynam-
ics, and at the same time, lower stability, than other vehicles.
Two-wheelers enter more quickly into the blinding range due
to the dynamics, whereby, due to the lower stability, blinding
may have a more adverse effect than for other vehicles.
Selecting an individual vehicle is advantageous, since opti-
mized control for the vehicle, also with regard to driver com-
fort, may thus be carried out. However, the selection of the
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individual vehicle requires a higher level of computational
complexity than the selection of the lowermost object.

When the safety value (the safety angle, for example) is
computed for each individual object, a “global” optimization
of' the safety angle is possible. With this type of computation,
the light cone may be brought most closely to the other
vehicles, since the optimal safety angle for all vehicles is
known. The computational complexity is correspondingly
high due to the computation of the safety angle for each
individual vehicle.

Itis also possible to blend the computation methods. Thus,
for example, the vehicles at highest risk for blinding may be
ascertained, and within this group a different computation
method (consideration of each vehicle individually) may be
selected for computing the safety distance. For example, one-
half of the group of vehicles may be considered when only
one-half of the vehicles are farthest to the bottom in the
image, since the risk of blinding due to pitching motions is
highest for these vehicles. A more accurate treatment may be
carried out for this group (for example, consideration of the
safety angle for all vehicles).

The exemplary embodiments which are described and
shown in the figures are selected only as examples. Different
exemplary embodiments may be combined with one another
in their entirety, or with respect to individual features. In
addition, one exemplary embodiment may be supplemented
with features of another exemplary embodiment.

Furthermore, method steps according to the present inven-
tion may be repeated and carried out in a sequence other than
that described.

An exemplary embodiment which includes an “and/or”
linkage between a first feature and a second feature may be
construed in such a way that according to one specific
embodiment, the exemplary embodiment includes the first
feature as well as the second feature, and according to another
specific embodiment includes only the first feature or only the
second feature.

What is claimed is:

1. A method for adapting an upper headlight beam bound-
ary of a light cone of at least one headlight of a vehicle, the
method comprising:

detecting a time curve of at least one of: 1) a pitch rate of the

vehicle, ii) a value that is dependent on the pitch rate, iii)
aroll rate of the vehicle, and iv) a value that is dependent
on the roll rate;

ascertaining at least one of an envelope curve, an amplitude

ofthe time curve, and an average value of the time curve;
and

at least one of: 1) providing a control signal for adapting the

upper headlight beam boundary using the envelope
curve, in response to a change in the envelope curve, ii)
providing the control signal for adapting the upper head-
light beam boundary using the amplitude, the upper
headlight beam boundary being adapted more steeply in
a direction of the roadway ahead of the vehicle the
greater the amplitude, and iii) providing the control sig-
nal for adapting the upper headlight beam boundary
using the average value of the curve, the upper headlight
beam boundary being adapted more steeply in the direc-
tion of the roadway ahead of the vehicle the more nega-
tive the average value of the curve.

2. The method as recited in claim 1, wherein in the detect-
ing step, the time curve is detected by evaluating a relative
position of at least one feature of another vehicle from an
image of'a detection range, recorded by a surroundings detec-
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tion device, in response to a recognition of another vehicle in
the detection range of a surroundings detection device of the
vehicle.

3. The method as recited in claim 1, wherein in the provid-
ing step, the control signal for the upper headlight beam
boundary is provided in such a way that a safety value is taken
into account when setting the upper headlight beam bound-
ary, the safety value representing a vertical safety angle by
which the upper headlight beam boundary is lowered to a
maximum upper headlight beam boundary, the maximum
upper headlight beam boundary representing a headlight
beam boundary in which no blinding of a driver of the other
vehicle occurs.

4. The method as recited in claim 3, wherein in the provid-
ing step, the safety value is variable, the safety value becom-
ing smaller when at least one of the envelope curve has a
positive gradient, the amplitude decreases, and an average
value of the curve has a positive value.

5. The method as recited in claim 3, wherein in the provid-
ing step, the safety valve becoming larger when at least one of
the envelope curve has a negative gradient, the amplitude
increase, and an average value of the curve has a negative
value.

6. The method as recited in claim 3, wherein in the provid-
ing step, the safety value is variable, and at least one of the
safety value becoming smaller when a distance between the
vehicle and the other vehicle becomes greater, and the safety
value becoming larger when a distance between the vehicle
and the other vehicle becomes smaller.

7. The method as recited in claim 3, wherein in the provid-
ing step, the safety value is determined as a function of at least
one of a recognized vehicle type, and a recognized travel
direction of the other vehicle.

8. The method as recited in claim 3, wherein in the provid-
ing step, the safety value is determined as a function of an
ascertained degree of roadway unevennesses.

9. The method as recited in claim 1, wherein in the provid-
ing step, at least one of: 1) the control signal is provided in a
time-delayed manner when the envelope curve has a positive
gradient, and ii) the control signal is provided in an undelayed
manner when the envelope curve has a negative gradient.

10. The method as recited in claim 1, wherein in the pro-
viding step, at least one of: i) the upper headlight beam
boundary is raised in a time-delayed manner when the ampli-
tude decreases, and ii) the upper headlight beam boundary is
lowered in an undelayed manner when the amplitude
increases.

11. The method as recited in claim 1, wherein in the pro-
viding step, at least one of the upper headlight beam boundary
is raised in a time-delayed manner when the average value of
the time curve becomes greater, and ii) the upper headlight
beam boundary is lowered in an undelayed manner when the
average value of the time curve becomes smaller.

12. The method as recited in claim 1, wherein in the detect-
ing step, at least one additional time curve of a relative posi-
tion of at least one feature of the additional other vehicle with
respect to the vehicle is detected in response to a recognition
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of at least one additional other vehicle in the detection range,
and the upper headlight beam boundary is adapted to that
other vehicle which has the lower relative position of the
feature of one of the other vehicles in the image.

13. The method as recited in claim 4, wherein in the detect-
ing step, a risk of blinding is also recognized by taking into
account a differential speed difference between the other
vehicle and the at least one additional other vehicle.

14. A control unit for adapting an upper headlight beam
boundary of a light cone of at least one headlight of a vehicle,
the control unit comprising:

a detection device to detect a time curve of at least one ofa
pitch rate of the vehicle, a value that is dependent on the
pitch rate, a roll rate of the vehicle, or a value that is
dependent on the roll rate;

a device to ascertain at least one of an envelope curve, an
amplitude of the time curve, and an average value of the
time curve; and

a device to at least one of: i) provide a control signal for
adapting the upper headlight beam boundary, using the
envelope curve, in response to a change in the envelope
curve, ii) provide a control signal for adapting the upper
headlight beam boundary using the amplitude, the upper
headlight beam boundary being adapted more steeply in
the direction of the roadway ahead of the vehicle the
greater the amplitude, and iii) provide the control signal
for adapting the upper headlight beam boundary using
the average value of the curve, the upper headlight beam
boundary being adapted more steeply in the direction of
the roadway ahead of the vehicle the more negative the
average value of the curve.

15. A non-transitory computer-readable storage medium
storing program code for adapting an upper headlight beam
boundary of a light cone of at least one headlight of a vehicle,
the program code, when executed by a control unit, causing
the control unit to perform the steps of:

detecting a time curve of at least one of a pitch rate of the
vehicle, a value that is dependent on the pitch rate, a roll
rate of the vehicle, and a value that is dependent on the
roll rate;

ascertaining at least one of an envelope curve, an amplitude
ofthe time curve, and an average value of the time curve;
and

at least one of: 1) providing a control signal for adapting the
upper headlight beam boundary using the envelope
curve, in response to a change in the envelope curve, ii)
providing the control signal for adapting the upper head-
light beam boundary using the amplitude, the upper
headlight beam boundary being adapted more steeply in
a direction of the roadway ahead of the vehicle the
greater the amplitude, and iii) providing the control sig-
nal for adapting the upper headlight beam boundary
using the average value of the curve, the upper headlight
beam boundary being adapted more steeply in the direc-
tion of the roadway ahead of the vehicle the more nega-
tive the average value of the curve.
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